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(57) ABSTRACT

A method for adapting the actual injection quantity of an
injector of an internal combustion engine to the target injec-
tion quantity, an injection device for an internal combustion
engine, and an internal combustion engine are provided. In
the method, the crankshaft acceleration achieved by a test
injection pulse is detected in the rotational speed signal of the
internal combustion engine and on this basis the injected fuel
quantity of the injector is determined. On the basis of the
determined injected fuel quantity, the actuating data of the
injector of the internal combustion engine is corrected. To this
end, the injected fuel quantity of the injector is detected and
corrected by a test injection pulse during the normal fired
operational state of the internal combustion engine.
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1
METHOD FOR ADAPTING THE ACTUAL
INJECTION QUANTITY, INJECTION DEVICE
AND INTERNAL COMBUSTION ENGINE

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application is a U.S. National Stage Application of
International Application No. PCT/EP2011/055306 filed
Apr. 6, 2011, which designates the United States of America,
and claims priority to DE Application No. 102010014 320.9
filed Apr. 9, 2010, the contents of which are hereby incorpo-
rated by reference in their entirety.

TECHNICAL FIELD

The present disclosure relates to a method for adapting the
actual injection quantity of an injector of an internal combus-
tion engine to the setpoint injection quantity, in which method
the crankshaft acceleration which is achieved by a test injec-
tion pulse is detected in the rotational speed signal of the
internal combustion engine and, herefrom, the injected fuel
quantity of the injector is determined, and in which method
the actuation data of the injector of the internal combustion
engine are corrected on the basis of the determined injected
fuel quantity.

The disclosure also relates to an injection device and to an
internal combustion engine.

Embodiments of the method can be used, for example, in
internal combustion engines with what are known as common
rail injection systems, in which a plurality of, typically all,
injection valves are supplied by way of a common fuel line
which is under a largely uniformly high pressure. Here, the
injection quantities which are to be injected in each case into
each cylinder of the internal combustion engine at the begin-
ning of a working cycle are typically metered primarily by the
fact that the injection valves or injectors are actuated with an
actuation duration which is selected to be shorter or longer,
during which actuation duration said injection valves are
opened and allow fuel to penetrate into the respective cylin-
der.

BACKGROUND

A need to adapt injection quantities which are actually
injected to setpoint injection quantities which depend on a
respective operating state of the internal combustion engine
typically results, for example, from temporal changes of
properties of the injection valves or injectors.

Thus, in particular, wear phenomena or deposits can lead to
injection parameters, such as the actual opening duration or
the actual opening degree of the injection valves, and there-
fore the actual injection quantity changing during the service
life of the injection valves.

In order to adhere to the strict emission standards and to
make low fuel consumption possible, the injection system of
an internal combustion engine has to be capable, however, of
injecting a defined fuel quantity exactly over the entire ser-
vice life of a corresponding injection valve. Nowadays, very
high requirements are made of the stability and accuracy of
the injection.

It is therefore essential to compensate for the above-de-
scribed drift of properties of an injection valve during its
service life. To this end, it is known to carry out an adaptation
of'the injection parameters using the crankshaft/engine speed
signal. When combustion occurs in the internal combustion
engine, an acceleration of the crankshaft of the internal com-
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bustion engine occurs. This acceleration can be detected in
the speed signal of the internal combustion engine. The actu-
ally injected fuel quantity can be determined from this.

Here, the procedure is in detail such that, during a phase
(fuel shut-off phase), during which no injection takes place, a
test injection pulse is realized and the acceleration, brought
about as a result, of the engine speed is determined and is used
as an indication for the actually injected fuel quantity. The
actuation data of the injector of the internal combustion
engine are then corrected on the basis of the determined
actually injected fuel quantity.

However, relatively new vehicles have such phases, in
which no injection takes place, to a much smaller extent. This
means that the corresponding adaptation or correction of the
actuation data is slowed down dramatically. The desired
emission standards and the desired low fuel consumption can
therefore be optimized only insufficiently in this case. The
known solutions, in which a single test pulse is used during a
fuel shut-off phase, are therefore in need of improvement.

SUMMARY

In one embodiment, a method is provided for adapting the
actual injection quantity of an injector of an internal combus-
tion engine to the setpoint injection quantity, in which method
the crankshaft acceleration which is achieved by a test injec-
tion pulse is detected in the rotational speed signal of the
internal combustion engine and, herefrom, the injected fuel
quantity of the injector is determined, and in which method
the actuation data of the injector of the internal combustion
engine are corrected on the basis of the determined injected
fuel quantity, characterized in that the injected fuel quantity
of the injector is detected and corrected by way of a test
injection pulse during the normal combustion operating state
of'the internal combustion engine (during the normal ignition
phase).

In a further embodiment, the detection is carried out during
an idling phase of the internal combustion engine. In a further
embodiment, the detection is carried out in the disengaged
state of the internal combustion engine. In a further embodi-
ment, the detection is carried out by way of a comparison of
a normal injection cycle with a test cycle which corresponds
to the normal injection cycle and at least one additional
defined test pulse. In a further embodiment, the detection is
carried out by way of a comparison of two cycles with difter-
ent test injections. In a further embodiment, the test cycle is
carried out as a copy of the configuration of the normal
injection cycle at least in one segment and at least one addi-
tional defined test pulse. In a further embodiment, the test
cycle is carried out as a copy of the configuration of the
normal injection cycle, which is defined by the speed control-
ler, in particular the idling speed controller, and at least one
additional defined test pulse, by the speed controller, in par-
ticular idling speed controller, being “frozen” for the test
cycle. In a further embodiment, the injection cycle is divided
into n segments and the fuel quantity which is injected by the
test pulse is determined from the difference of the speed or
acceleration signal of the first n segments and that of the
following n segments. In a further embodiment, a combustion
signal is determined for the test pulse by way of a comparison
of the speed or acceleration signal before and after the test
pulse. In a further embodiment, a statistically relevant value,
in particular the mean value, is obtained from a plurality of
combustion signals. In a further embodiment, the actually
injected fuel quantity is determined from the combustion
signal or the statistically relevant value of the combustion
signals.
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In another embodiment, an injection device for an internal
combustion engine is provided, which injection device com-
prises a controller for injection valves of the internal combus-
tion engine, the controller being configured in terms of pro-
gramming technology for carrying out any of the methods
disclosed above. In another embodiment, an internal combus-
tion engine include such an injection device.

BRIEF DESCRIPTION OF THE DRAWINGS

Example embodiments will be explained in more detail
below with reference to figures, in which:

FIG. 1 shows a schematic illustration of examples of injec-
tion configurations,

FIG. 2 shows a diagram which shows one example of the
acceleration which is achieved by a test pulse,

FIG. 3 shows a diagram which shows a calculated combus-
tion signal for test pulses, and

FIG. 4 shows a diagram which schematically shows the
injected fuel quantity as a function of combustion signals.

DETAILED DESCRIPTION

Embodiments of the present disclosure provide a method
as described above, which may provide particularly rapid
correction or adaptation of the actuation data of an injector of
an internal combustion engine.

In some embodiments, the injected fuel quantity of the
injector is detected and corrected by way of a test injection
pulse during the normal combustion operating state of the
internal combustion engine (during the normal ignition
phase).

In this manner, an online adaptation of at least one injection
control parameter may thus be carried out.

In the disclosed method, the actually injected fuel quantity
is not detected during a phase (fuel shut-off phase), during
which no injection takes place, but rather is determined and
corrected during the normal combustion operating state of the
internal combustion engine (during the normal ignition
phase). The method may therefore be suitable for all vehicle
types, since the normal combustion operating state is always
present. The adaptation or correction of the actuation data of
the injector can be carried out very rapidly.

The detection of the actually injected fuel quantity may be
carried out during an idling phase of the internal combustion
engine and/or in the disengaged state of the latter. As a result
of'the detection in the disengaged state, corresponding outlay
on calibration for different transmission types may be
avoided.

In a first variant, the detection of the injected fuel quantity
is carried out by a comparison of a normal injection cycle with
a test cycle which corresponds to the normal injection cycle
and at least one additional defined test pulse. Here, an injec-
tion configuration is specifically set which has alternating
injection patterns with and without test pulses. Here, the
normal injection cycle is stipulated by the requirement of the
driver or by a control unit. The test cycle is a copy of the
normal injection cycle with one or more additional test
pulses. Both cycles are compared with one another, the dif-
ference of both cycles representing an indication for the
injected fuel quantity. Absolute fuel quantities can be deter-
mined by way of this method.

In a second variant, the detection is carried out by way of a
comparison of two cycles with different test injections. A first
injection cycle has one or more defined test pulses. The sec-
ond cycle likewise has one or more defined test pulses. Dif-
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ferences in the injected fuel quantities can be determined
from the difference of the cycles.

The test cycle may be carried out as a copy of the configu-
ration of the normal injection cycle, which is defined by the
speed controller, with at least one additional defined test
pulse, by the speed controller being “frozen” for the test cycle
at least in one segment. This may be carried out when the
internal combustion engine is in a control phase of a constant
idling speed, that is to say at least the injection parameters in
the test segment correspond to the parameters of the last
combustion cycle, apart from the defined test injection pulse.
Depending on the signal profile and the evaluation, the
parameters for further segments are copied from the preced-
ing cycle.

The injection cycle may be divided into n segments, and the
fuel quantity which is injected by the test pulse is determined
from the difference of the speed or acceleration signal of the
first n segments and that of the following n segments, n may
correspond to the number of cylinders.

In one embodiment of the method, a combustion signal for
the test pulse is determined by way of a comparison of the
speed or acceleration signal before and after the test pulse,
which combustion signal corresponds to the effect which is
achieved by the test pulse or to the corresponding combus-
tion. In particular, a statistically relevant value, specifically
the mean value, is obtained from a plurality of combustion
signals. The actually injected fuel quantity is then determined
from the combustion signal or the statistically relevant value
of the combustion signals. With the aid of the determined
actually injected fuel quantity, the actuation data of the injec-
tor or the injectors of the internal combustion engine are then
corrected or adapted in such a way that the defined fuel
quantity or setpoint fuel quantity is injected exactly over the
service life of the injector.

Other embodiments provide an injection device for an
internal combustion engine, which injection device com-
prises a controller for injection valves of the internal combus-
tion engine, the controller being configured in terms of pro-
gramming technology for carrying out any of the methods
disclosed herein. Other embodiments provide an internal
combustion engine which comprises an injection device as
disclosed herein.

In one embodiment, a test injection is carried out while the
internal combustion engine is in a control phase at a constant
idling speed. FIG. 1 shows the injection configurations at the
idling speed with and without test pulse. The normal injection
cycle is defined by the idling speed controller. The injection
test cycle which is carried out is a copy of the injection
configuration during the normal injection cycle (that is to say,
injection times, injection position, etc.) with an additional test
pulse. This means that the idling speed controller is “frozen”
for the test cycle, that is to say that the injection parameters of
all the injection pulses correspond to the parameters of the last
combustion cycle, apart from the defined test injection pulse.

For the internal combustion engine with four cylinders
which is described here, a combustion cycle has four seg-
ments. The difference between the first four segments and the
following four segments corresponds exactly to the test pulse.
The combustion which is produced by the test pulse can be
determined or calculated by way of a comparison of the speed
signal or acceleration signal of the internal combustion
engine for the first four segments with that of the following
four segments.

For example, a plurality of test pulses are carried out at the
idling speed.

On the left-hand side, FIG. 1 shows the injection pattern in
the normal cycle (with active controller) and, on the right-
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hand side, the injection pattern in the test cycle (with “frozen”
controller) over in each case four segments. In contrast to the
normal cycle, there is a test pulse in segment 0. Otherwise,
there are identical parameters for identical segments.

FIG. 2 shows a schematic illustration of a curve which
represents one example of an acceleration signal N DF which
is calculated from a test pulse. As mentioned, a test pulse is
output and realized in segment 0. The acceleration and decel-
eration of the crankshaft can be determined in segments 2 and
3. The “effect” which is produced by the test pulse or the
combustion which is brought about as a result can be deter-
mined by way of a comparison of the acceleration signal
before and after the test pulse.

In order to configure the “combustion signal”, the follow-
ing calculation method can be applied:

SIG_CMB=(a,-N_DF(0)+ay'N_DF(1)+ay;N_DF
(2)+ay;'N_DF(3))

Sum of N_DF after test pulse

~(as'N_DF(0)+agN_DF(1)+a;-N_DF(2)+ag:N_DF
€)

Sum of N_DF before test pulse

Here, N_DF(0) to N_DF(3) represent the acceleration val-
ues to be assigned to segments 0-3.

The values a, . . . agrepresent loading parameters which are
configured depending on the occurrence of the acceleration
and deceleration in the corresponding segment.

FIG. 3 shows the combustion signal SIG CMB, calculated
according to the above equation, for the different test pulses,
which combustion signal SIG CMB has been determined
according to the described method. In order to achieve a more
reliable result, filtering methods or mean value determination
methods can be used. The statistical combustion value sig_c-
mb_mean can be calculated by simple mean value formation
after elimination of the maximum and minimum.

The relationship or correlation between the values sig_c-
mb_mean and an actually injected fuel quantity is known,
since it can be determined experimentally. The actuation data
of the corresponding injector of the internal combustion
engine are then corrected on the basis of the determined
actually injected fuel quantity.

Purely by way of example for clarity, FIG. 4 shows the
relationship between calculated combustion values CMB-
_STC and the respective actually injected fuel quantity MF
for a pressure of 80 MPa.

The invention claimed is:
1. A method for regulating fuel injection quantities of an
injector of an internal combustion engine, comprising:
implementing a test cycle including a test injection pulse
during a normal fired combustion operating state of the
internal combustion engine,
detecting a rotational speed signal of the internal combus-
tion engine caused by the test injection pulse,
using a processor, determining a crankshaft acceleration
based on the detected rotational speed signal caused by
the test injection pulse,
using the processor, determining an actual injected fuel
quantity of the injector based on the determined crank-
shaft acceleration associated with the test injection
pulse, and
using the processor, adjusting actuation data of the injector
for subsequent fuel injections based on the determined
actual injected fuel quantity.
2. The method of claim 1, wherein the test cycle is imple-
mented during an idling phase of the internal combustion
engine.
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3. The method of claim 1, wherein the test cycle pulse is
implemented in a disengaged state of the internal combustion
engine.

4. The method of claim 1, wherein the test cycle corre-
sponds to a normal injection cycle plus the test injection
pulse, and wherein the actual injected fuel quantity is deter-
mined by comparing the test cycle with the normal injection
cycle.

5. The method of claim 4, wherein a combustion signal is
determined for the test injection pulse by comparing a speed
or acceleration signal before the test injection pulse with a
speed or acceleration signal after the test injection pulse.

6. The method of claim 5, wherein a mean value is calcu-
lated from a plurality of combustion signals.

7. The method of claim 5, wherein the actually injected fuel
quantity is determined from the combustion signal or the
mean value of the combustion signals.

8. The method of claim 1, wherein the actual injected fuel
quantity is determined by comparing two test cycles with
different test injection pulses.

9. The method of claim 1, wherein the test cycle is executed
with the same configuration as a normal injection cycle at
least in one segment of a combustion cycle and includes the
test injection pulse in another segment of the combustion
cycle.

10. The method of claim 9, wherein the test cycle is
executed with the same configuration as a normal injection
cycle defined by an idling speed controller, plus with the test
injection pulse, wherein the during the test cycle, all injection
pulses other than the test injection pulse are controlled using
injection parameters corresponding to injection parameters
used during a combustion cycle preceding the test cycle.

11. The method of claim 1, wherein the injection cycle is
divided into n segments and the fuel quantity which is
injected by the test injection pulse is determined from the
difference of the speed or acceleration signal of the first n
segments and that of the following n segments.

12. An injection device for an internal combustion engine,
comprising:

a controller for injection valves of the internal combustion

engine, the controller programmed to:

implement a test injection pulse during a normal fired
combustion operating state of the internal combustion
engine,

detect a rotational speed signal of the internal combus-
tion engine caused by the test injection pulse,

determine a crankshaft acceleration based on the
detected rotational speed signal caused by the test
injection pulse,

determine an actual injected fuel quantity based on the
determined crankshaft acceleration associated with
the test injection pulse, and

adjust actuation data for subsequent fuel injections of at
least one of the injection valves based on the deter-
mined actual injected fuel quantity.

13. The injection device of claim 12, wherein the test cycle
is implemented during an idling phase of the internal com-
bustion engine.

14. The injection device of claim 12, wherein the test cycle
pulse is implemented in a disengaged state of the internal
combustion engine.

15. The injection device of claim 12, wherein the test cycle
corresponds to a normal injection cycle plus the test injection
pulse, and wherein the actual injected fuel quantity is deter-
mined by comparing the test cycle with the normal injection
cycle.
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16. The injection device of claim 12, wherein the actual
injected fuel quantity is determined by comparing two test
cycles with different test injection pulses.

17. The injection device of claim 12, wherein the test cycle
is executed with the same configuration as a normal injection 5
cycle at least in one segment of a combustion cycle and
includes the test injection pulse in another segment of the
combustion cycle.

18. The injection device of claim 12, wherein a combustion
signal is determined for the test injection pulse by comparing 10
a speed or acceleration signal before the test injection pulse
with a speed or acceleration signal after the test injection
pulse.



